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1
FUEL TANK CONTAMINANT PREDICTION

RELATED APPLICATIONS

The present application is based on, and claims priority
from, British Application Number 1119499.0, filed Nov. 11,
2011, the disclosure of which is hereby incorporated by
reference herein in its entirety.

FIELD OF THE INVENTION

The present invention relates to a method for predicting a
quantity of a contaminant in a fuel tank and to apparatus for
predicting a quantity of a contaminant in a fuel tank.

BACKGROUND OF THE INVENTION

Over time, fuel tanks may become contaminated as con-
taminants are introduced into a fuel system. Fuel tank
contaminants may include any solid, liquid or gas which is
undesirable in a fuel tank environment. Some examples of
common contaminants in a fuel tank include water (both
dissolved and free or suspended), ice, microbial or fungal
contamination, oil, debris and gaseous contaminants such as
oxygen, hydrogen and CO,.

Contaminants may be introduced into a fuel tank via its
vent system. Alternatively contaminants may be introduced
through an inlet when fuel is introduced into the tank.
Contaminants may accumulate in stationary tanks, for
example storage tanks or generator fuel tanks, or in vehicle
fuel tanks, for example fuel tanks in an aircraft, boat, train,
car, etc.

The accumulation of contaminants in a fuel tank over time
may lead to a need to monitor contamination levels to verify
that the quantity of a contaminant does not exceed an
acceptable limit, e.g. a performance threshold, and may
periodically require action to be taken to reduce the quantity
of the contaminant in the fuel tank. For example, moisture
may enter an aircraft fuel tank during refueling and via its
vent system, resulting in a need to periodically drain water
from the fuel tank.

Fuel tank contamination levels may be measured directly
at predetermined intervals to establish whether or not action
should be taken to reduce contamination levels, for example
by establishing whether or not the quantity of a contaminant
in a fuel tank has reached an action level. Alternatively,
action may be taken at predetermined intervals to reduce the
contamination level regardless of the quantity of the con-
taminant present.

In the case of an aircraft fuel tank, a water drain main-
tenance activity is typically performed after a predetermined
number of flight hours, or a predetermined number of flights,
or a predetermined number of flights in a particular sector,
e.g. tropics, arctic, etc., to account for the significant varia-
tion in the ambient humidity during the descent phase of a
flight which affects the ingress of water via the fuel tank vent
during descent.

Since the rate of accumulation of contaminants within a
fuel tank is unlikely to be constant, and may be affected by
one or more operating conditions, the intervals at which
action should be taken in response to the accumulation of a
contaminant is also unlikely to be constant. If maintenance
tasks are conducted at predetermined intervals, this may
result in unnecessary maintenance activities when a con-
taminant has accumulated at a slower than expected rate,
which will increase operating costs and lead to unnecessary
down time of the fuel system. In the case of a vehicle, for
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example an aircraft, this may require the vehicle to be out of
service for longer than is necessary. In addition, time-based
maintenance is ineffective at identifying problems which
may develop between scheduled inspections.

In some industries, a technique called predictive mainte-
nance (PdM) is used to decide when maintenance activities
should occur. PdM tracks the performance or condition of an
asset over time and uses this information to determine when
maintenance activities will need to occur, therefore allowing
maintenance activities to be planned in a cost and time
effective manner. PAM can reduce costs and equipment
down time compared to a conventional time-based and/or
operation count-based maintenance approach.

SUMMARY OF THE INVENTION

A first aspect of the invention provides a method for
predicting a quantity of a contaminant in a fuel tank at the
end of a time period, the method comprising the steps of:
determining a quantity of the contaminant in the fuel tank at
the start of the time period; determining at least one oper-
ating condition of the fuel tank during the time period; using
information relating to the at least one operating condition of
the fuel tank to generate a predicted amount of accumulation
of the contaminant in the fuel tank during the time period;
and calculating, based upon the quantity of the contaminant
at the start of the time period and the predicted amount of
accumulation of the contaminant during the time period, a
predicted quantity of the contaminant at the end of a time
period.

A second aspect of the invention provides apparatus for
generating a predicted quantity of a contaminant in a fuel
tank at the end of a time period, the apparatus comprising a
computer configured to: determine a quantity of the con-
taminant in the fuel tank at the start of the time period;
determine at least one operating condition of the fuel tank
during the time period; generate a predicted quantity of the
contaminant accumulated in the fuel tank during the time
period using information relating to the at least one operat-
ing condition of the fuel tank; and calculate, based upon the
quantity of the contaminant at the start of the time period and
the predicted quantity of the contaminant accumulated dur-
ing the time period, a predicted quantity of the contaminant
at the end of a time period.

The invention is advantageous in that it allows the quan-
tity of a contaminant in a fuel tank to be predicted for a point
in the future. This information may be useful for planning
maintenance activities more accurately, for example by
indicating when action should be taken to reduce the quan-
tity of a contaminant in a fuel tank. This enables mainte-
nance teams to plan their work efficiently as they are not
required to work to a pre-determined schedule which may
involve unnecessary maintenance activities if accumulation
of a contaminant occurs at a slower than expected rate,
therefore reducing operating costs and downtime.

The method may be used to predict the quantity of a
contaminant at the end of a time period for a vehicle fuel
tank, for example an aircraft, a train, a marine vessel or a
road vehicle fuel tank. Alternatively the method may equally
be used for any type of fuel tank, including stationary fuel
tanks.

The operating condition used to generate the predicted
amount of accumulation of the contaminant may be any
condition which is believed to affect the rate of accumulation
of the contaminant in the fuel tank. Alternatively, two or
more operating conditions may be used. The operating
condition(s) may be entered automatically or manually into
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a computer program or algorithm which uses the operating
condition(s) to predict the accumulation of the contaminant
during the time period.

The operating condition(s) used to predict the quantity of
the contaminant accumulated in the fuel tank during the time
period may include data relating to ambient conditions
external to the fuel tank, for example ambient air tempera-
ture or pressure or humidity or a combination of
these conditions, or internal fuel system factors such as the
rate at which a water scavenge system delivers water to the
engine(s). These conditions are known to affect the rate at
which some contaminants accumulate in a fuel tank, and so
may be particularly appropriate quantities to consider. How-
ever, other quantities may equally be used either separately
or in conjunction with the quantities mentioned above if they
are believed to affect the rate of accumulation.

Data relating to ambient air conditions may be directly
measured or taken from a forecast or otherwise predicted.
For example, in the case of an aircraft, temperature, pressure
or humidity data may be: measured directly using sensors
mounted on the aircraft; or measured at a take-off location
by sensors outside the aircraft, flight destination or at any
other location; or taken from a forecast; or predicted using
average data from previous flights or periods of operation, or
generated in any other way.

The prediction may be generated using a simulation of
contaminant accumulation, or alternatively by extrapolating
previous trends in contaminant accumulation, or by a com-
bination of simulation and extrapolation.

To assist with predicting the rate or amount of accumu-
lation during a time period, average data relating to operat-
ing conditions, or to the rate of accumulation of a contami-
nant, or to the quantity of a contaminant accumulated during
a period of time may be used.

Average data relating to operating conditions may include
average data for temperature or pressure or humidity or for
any other condition believed to affect the accumulation of
contaminants. For example, for a flight on a particular route,
the operating conditions for the time period may be gener-
ated with the assistance of averaged data taken from similar
flights, such as temperature or pressure or humidity data
from flights with similar weather or ambient air conditions.

Average data relating to the rate of accumulation of a
contaminant may include previously measured or deter-
mined rates of accumulation during similar time periods. For
example, if it has previously been determined that a con-
taminant will accumulate in an aircraft fuel tank at a
particular average rate when the aircraft is in a particular
region and when ambient conditions are within a certain
range, that average rate of accumulation may be applied to
predict the accumulation on flights under similar conditions.

Average data relating to the quantity of a contaminant
accumulated during a period of time may include previously
measured or determined quantities accumulated during simi-
lar time periods. For example, the quantity of a contaminant
assumed to be accumulated during a period under certain
conditions may be taken as the average amount known to
have been accumulated under similar conditions in previous
flights.

It may also be desirable to predict the quantity accumu-
lated during a particular event, for example a take off or
landing event. In this case, the amount of the contaminant
accumulated during an event may be taken as the average
amount known to have been accumulated during similar
events and under similar conditions in previous flights, for
example the amount accumulated on average during a
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similar event in the same location when ambient air condi-
tions are within a similar range.

The average data may further be specific to a particular
route or sector, such that the predicted quantity accumulated
during a time period over a particular route or in a particular
sector is based on the quantity accumulated during compa-
rable periods of operation. In this case, the quantity of the
contaminant accumulated during a flight or generally during
a time period or event may be taken as the average amount
known to have accumulated during similar periods of opera-
tion under similar conditions in previous flights, for example
the amount accumulated on average during a similar event
in the same sector when ambient air conditions are within a
similar range.

The method may use the position of the fuel tank to assist
with predictions, for example GPS position data may be
used to track the location of the fuel tank. This tracking may
be used to record ambient conditions at particular location
and/or to assist with determining ambient conditions based
upon a weather forecast, for example.

The operating conditions may include a flight plan, which
may be automatically entered or alternatively may be manu-
ally entered, for example by a pilot or a co-pilot before the
start of a flight. The flight plan may include, for example, the
departure and arrival locations, the route, the speed during
the flight and the altitude. This information may also be used
to generate more accurate data relating to the ambient air
conditions external to the fuel tank, for example, the altitude
of the aircraft during a period of time may affect the
temperature and humidity.

The operating conditions may include ground conditions
which affect the accumulation of water in the fuel tank when
the aircraft is on the ground and/or data relating to mainte-
nance activities or a refueling operation.

The contaminant may be water (in all its forms) including
free water collected in a sump, water suspended or dissolved
in fuel, and ice. The method may equally be used for other
contaminants, for example oil, or any other fuel tank con-
taminant.

The predicted quantity of the contaminant at the end of the
time period may be compared to a pre-determined quantity,
for example a pre-determined action level. The action level
may represent a level of a contaminant requiring a particular
action to be taken, for example a maintenance task such as
draining or otherwise removing a contaminant from the fuel
tank. The method may, therefore, be used to plan when
maintenance activities such as a water drain activity, for
example, should occur.

At the end of the time period, the quantity of the con-
taminant in the fuel tank may be measured and compared to
the predicted quantity of the contaminant according to the
method described above. If the measured quantity of the
contaminant in the fuel tank is significantly different to the
predicted quantity, this may be taken as an indication that
there is a fault with the fuel tank or a part of a fuel system.

The fuel tank may be provided with sensing means for
measuring the quantity of the contaminant. When the con-
taminant is water, the sensing means may comprise a time
domain reflectometry (TDR) probe. Alternatively, the sens-
ing means may comprise any device suitable for measuring
or otherwise determining the quantity of the contaminant in
the fuel tank.

Data generated using the method may be transferred from
the aircraft to outside the aircraft. The data transfer may
occur wirelessly, with data being transmitted from the air-
craft to a receiver located outside the aircraft, for example,
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to a computer used by a ground support crew. Alternatively
data transfer may occur via a wired connection.

The method may be used to predict the quantity of a
contaminant in a fuel tank, or alternatively the method may
be used for more than one contaminant over a time period.

The method may be conducted using a plurality time
periods to determine when maintenance activities should
occur.

The initial prediction may be updated with real-time data
during the time period to improve the accuracy of the
prediction.

The apparatus may comprise a computer configured to
generate a predicted amount of accumulation of a contami-
nant in a fuel tank during a time period using at least one
operating condition of the fuel tank during the time period.
The apparatus may further comprise a transmitter for wire-
lessly communicating the predicted quantity of the contami-
nant to an external receiver. Alternatively, the predicted
quantity of the contaminant may be transmitted via a wired
connection.

The apparatus may be installed on an aircraft and used to
predict the quantity of the contaminant in a fuel tank of the
aircraft at the end of the time period. Alternatively, the
apparatus may be installed as part of a fuel system for any
other fuel tank, for example a train, a marine vessel or a road
vehicle fuel tank or a stationary fuel tank.

The apparatus may be configured to carry out any of the
steps included in the method described above.

BRIEF DESCRIPTION OF THE DRAWINGS

Embodiments of the invention will now be described with
reference to the accompanying drawings, in which:

FIG. 1 shows a plan view of an aircraft having integral
wing fuel tanks;

FIG. 2 shows a schematic view of the aircraft illustrating
sensors in the fuel tank coupled to a contamination predic-
tion system for predicting a quantity of a contaminant in the
fuel tank;

FIG. 3 is a block diagram showing the steps of a method
followed by a computer of the contamination prediction
system.

DETAILED DESCRIPTION OF
EMBODIMENT(S)

FIG. 1 shows a plan view of an aircraft 1 having a
fuselage 2 and wings 3, 4. The aircraft has a fuel system
including a fuel tank 5 (shown in FIG. 2) located within
wing 3 which is used to store the fuel.

FIG. 2 shows a schematic view of aircraft wing 3, having
a fuel tank with a contamination prediction system. The fuel
tank 5 is fluidically connected to a vent tank 6 by a vent line
7. The vent tank 6 has a vent duct 8 which is open to the
ambient atmosphere on the underside of the wing to allow
the movement of air into and out of the vent tank 6, therefore
allowing pressure equalisation of the vent tank 6, and
therefore also the fuel tank 5, with the ambient air. During
flight, a slight positive pressure may be maintained within
the fuel tank 5.

The air entering the fuel tank 5 via the vent duct 8 may
contain moisture which may accumulate in the fuel tank.
This is particularly relevant during the descent phase of a
flight where the ambient pressure increases with decreasing
altitude causing a net inflow of air into the fuel tank via the
vent system. If the ambient air is relatively moist, e.g. in
hot/wet climates, then this moisture may be accumulated in
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the fuel tank by condensing on the walls of the fuel tank 5
or dissolving in the fuel. The walls of the fuel tank are likely
to be cold at the start of the descent from cruise altitude
where the ambient temperature may be around minus 40
degrees Celsius. Additionally, water may enter the fuel tank,
within controlled limits, during a refueling operation as
water is almost always present as dissolved and free or
suspended water in the fuel being delivered to the tank. The
concentration of free or suspended water entering with the
fuel is controlled by a filter through which the fuel passes
during delivery to the fuel tank.

The presence of water in the aircraft fuel tank 5 is
undesirable as it may lead to microbial contamination of the
fuel tank. Microbial contamination may lead to increased
wear and degradation of fuel system components, requiring
the premature replacement or repair of some fuel system
components.

Water which condenses onto the walls of the fuel tank 5
may fall to the bottom of the fuel tank 5 and be collected in
a sump 9 located at a low point of the fuel tank 5, and sit
below the fuel. There may be multiple water collecting
sumps 9 within a single fuel tank.

Many aircraft fuel systems include a water scavenge
system (not shown in the Figures) that scavenges water from
the sump and delivers this to the aircraft engine(s) to be
“burnt off” with the fuel. This is one way in which the
concentration of water in the fuel tank is managed. However,
the rate at which water may be fed to the engine(s) and the
flight phases when this is allowed to occur are restricted and
so over time the water collected in the sump will tend to rise,
necessitating a water drain maintenance activity to ensure
that the level of water in the sump is keep below a maximum
limit.

Water may be drained from the sump 9 when the aircraft
1 is on the ground through a drain valve 10 by inserting a
probe into the drain valve 10 which engages with the valve
10, opening it and allowing fluid to flow out of the fuel tank
5 through the drain valve 10 and into a collector bottle.

The draining of water from the fuel tank 5 may conven-
tionally occur at set intervals, for example after a pre-
determined number of days or a pre-determined number of
flights in a particular sector, in order to prevent excessive
build up of water within the fuel tank 5. However, this may
result in unnecessary maintenance activities when water has
accumulated in the sump at a slower than expected rate,
increasing operating cost and down time of the aircraft.

The removal of moisture from a fuel tank may addition-
ally be hampered by the presence of ice within the fuel
system, since frozen water cannot be removed from the fuel
tank 5 in the conventional way. Ice may form in the fuel tank
at low temperatures, for example at cold cruise altitude
temperatures or on the ground in cold locations. Ice may be
removed from the fuel tank 5 by allowing the ice to melt, so
that the water collects in the sump 9 and may be removed in
the normal way. In cold environments, this may require the
aircraft 1 to be left in a heated hanger to allow the ice to melt.

The fuel tank may further comprise a sensor 11 adapted to
measure the amount of water collected at the bottom of the
fuel tank 5 or in the sump 9 and a sensor 12 or sensors, for
example a TDR probe, adapted to measure the concentration
of dissolved and/or free (suspended) water in the fuel. An
array of the sensors may be provided throughout the fuel
tank(s), and only some of these may be submerged in the
fuel (and therefore operational) at an instance depending on
the fuel level within the tank(s). Alternatively, the sensing
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means may comprise any device suitable for measuring or
otherwise determining the quantity of the contaminant in the
fuel tank.

In one embodiment, the amount of water in the fuel tank
5 at the start of a time period is determined using sensors 11
and 12, which relay this information to a computer 13. The
computer 13 then generates a predicted amount of water (in
all its forms including liquid water, dissolved water in the
fuel and ice) expected to be accumulated in the fuel tank 5
during a time period using operating conditions including
the flight plan and flight profile and ambient conditions
measured using sensors 14.

The computer 13 then adds the predicted amount of water
that will be accumulated during the time period to the
measured amount of water at the start of the time period to
predict the quantity of water that will be inside the fuel tank
5 at the end of the time period.

During a flight, real-time on-board data is used to update
the prediction as the measured quantities of water in the
sump 9 and water dissolved in the fuel change and the
operating conditions change to avoid accumulated error. The
predicted quantity of water accumulated in the fuel tank 5
during the time period may rely on simulated data or may
alternatively be generated by extrapolation from previously
known rates of accumulation.

The predicted quantity is transmitted from the aircraft via
a transmitter 15 to a computer (not shown) used for main-
tenance planning located outside the aircraft. This data is
then used to help determine when it will be necessary to take
action to remove water from the fuel tank 5 by the conven-
tional water drain activity previously discussed. By repeat-
ing the prediction for several different time periods finishing
at different points in time in the future, it is possible to
estimate when the quantity of water in the fuel tank 5 or
collected in sump 9 will reach a pre-determined level. This
information is used to help plan a schedule for draining
water form the sump 9.

The ability to predict the quantity of water in all its forms
in a fuel tank at the end of time periods therefore allows a
maintenance schedule to be prepared which specifies
between which flights water should be drained from the
sump 9 to ensure water levels do not exceed a predetermined
quantity, while eliminating unnecessary maintenance activi-
ties. By predicting the total quantity of water in all its forms
in the fuel tank it is also possible to estimate the quantity of
water that may be retained within the fuel tank, i.e. water
that is not free water, such as ice and dissolved water at a
particular fuel temperature. This may be beneficial where the
quantity of ice, for example, is not directly measurable.

In addition, if the readings from the sensors 11, 12
indicate that water is accumulating in the fuel tank 5 at a
significantly faster than expected rate as predicted by the
computer 13, this may be taken as an indication that there is
a fault with a part of the fuel system or prediction system
described. For example, it may indicate a fault with the fuel
tank 5, or sensors 11, 12, or computer 13 or with any other
component or system which interacts with any part of the
fuel system. In this case it may be necessary for a ground
support team to analyse the fuel system to check for faults.

FIG. 3 is a block diagram showing the steps followed by
a computer 13 in an embodiment to estimate and transmit a
predicted quantity of water accumulated in the sump 9 to a
ground support crew.

Block 21 represents the step of measuring the quantity of
water in the fuel tank 5 using sensors 11, 12 to determine the
quantity of water collected in the sump and suspended in the
fuel at the start of a time period.
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Block 22 represents the step of selecting a time period
over which to estimate the accumulation of water in the
sump 9, allowing an estimate of the quantity of water in the
sump 9 at the end of the time period to be generated.

Block 23 represents the step of measuring or otherwise
determining operating conditions which are believed to
affect the rate of accumulation of water in the sump 9. The
operating conditions may include temperature, pressure and
humidity as measured by sensors 14, water scavenge rate, a
flight plan entered into the computer 13 by a pilot and
predicted ascent, cruise, decent and fuel burnt profiles.

Block 24 represents the step of predicting the quantity of
water accumulated in the fuel tank 5 during the time period,
using the operating conditions to determine the accumula-
tion during the time period through simulation and extrapo-
lation of data from previous periods of operation. The
predicted accumulation may be generated by simulation
when appropriate operating conditions (see block 23) are
available, or may be generated by extrapolation of the
previous trends if the desired input data is not available.
Simulation may provide a better forecast than extrapolation.

Block 25 represents the step of adding the predicted
quantity of water accumulated in the sump 9 during the time
period to the measured quantity at the start of the time period
to generate a prediction of the quantity of water in the sump
9 at the end of the time period.

Block 26 represents the step of transmitting the predicted
quantity of water in the sump 9 at the end of the time period
from transmitter 15 to a computer (not shown) used for
maintenance planning located outside the aircraft.

Block 27 represents the step of repeating the process at a
later point in time before the end of the time period for a
second time period ending at the same point as the first time
period to generate an updated prediction of the quantity of
water in the sump 9 at the end of the time period, and
transmitting this data to a computer used by a ground
support crew.

The above described embodiment is a non limiting
example of the invention. The method and apparatus
described in the appended claims may be adapted to predict
the quantity of water, or dissolved water, or ice, or water in
all its forms, or another contaminant in any fuel tank at the
end of any time period.

The fuel tank may be located in an aircraft wing as
described; or alternatively in another part of an aircraft; or
may be any type of stationary fuel tank, for example a
storage tank or a generator fuel tank; or any type of vehicle
fuel tank, for example a fuel tank in an aircraft or boat or
train or car.

The quantity of the contaminant at the start of the time
period may be determined by measuring or may alterna-
tively be determined by some other means. For example,
when the contaminant is water and the time period starts
shortly after a draining operation, it may be appropriate to
assume that there is substantially no free water in the fuel
tank at the start of the time period. Alternatively, when the
contaminant is ice and the time period starts after the fuel
tank has been in a warm environment for an extended period
of time, it may be appropriate to assume that there is no ice
in the fuel tank at the start of the time period. Alternatively
the quantity of the contaminant at the start of the time period
may be estimated or simulated in some other way.

The time period may extend throughout a particular
period of use, for example, when the method is applied to an
aircraft fuel tank, the start of the time period may be shortly
before the aircraft takes off at the start of a flight and the end
of the time period may be when the aircraft lands at the end
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of the flight. However, the time period may cover any period
of time and may be of any length. For example, when the
method is applied to an aircraft fuel tank, the time period
may extend across several flights, or only a part of a flight,
or cover a period in which the aircraft is on the ground.

The operating conditions listed in the preferred embodi-
ments have been selected for illustrative purposes; a pre-
dicted amount of accumulation of a contaminant during a
time period may be generated using any suitable selection of
operating condition(s) believed to affect the rate of accu-
mulation of a contaminant, and may include all, or some, or
none of the operating conditions listed in the preferred
embodiments.

The predicted quantity of the contaminant at the end of the
time period may be transmitted wirelessly to an external
receiver as described in the preferred embodiments, or may
alternatively be transmitted via a wired connection, or may
not be transmitted to an external computer.

Although the invention has been described above with
reference to specific preferred embodiments, it will be
appreciated that various changes or modifications may be
made without departing from the scope of the invention as
defined in the appended claims.

What is claimed is:

1. A method for predicting a quantity of a contaminant in
a fuel tank at the end of a time period, the method compris-
ing the steps of:

determining a quantity of the contaminant in the fuel tank

at the start of the time period;

determining at least one operating condition of the fuel

tank during the time period which affects the quantity
of the contaminant in a known manner;

using information relating to the at least one operating

condition of the fuel tank to generate a predicted
quantity of the contaminant accumulated in the fuel
tank during the time period; and

calculating, based upon the quantity of the contaminant at

the start of the time period and the predicted quantity of
the contaminant accumulated during the time period, a
predicted quantity of the contaminant at a future point
of time at the end of a time period.

2. A method according to claim 1 wherein the contaminant
is water.

3. A method according to claim 1 wherein the predicted
quantity of the contaminant at the end of the time period is
transferred to outside the aircraft.

4. A method according to claim 1 wherein the method is
used to predict the quantity of two or more contaminants in
a fuel tank at the end of a time period.

5. A method according to claim 1 wherein predicted
quantities of the contaminant are calculated for multiple
time periods having different end points.

6. Use of a method according to claim 1 to determine
when maintenance activities should occur.

7. A method according to claim 1 wherein the fuel tank is
a vehicle fuel tank.

8. A method according to claim 7 wherein the vehicle is
an aircraft.

9. A method according to claim 1 wherein the operating
conditions include ambient air conditions outside the fuel
tank.
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10. A method according to claim 9 wherein the ambient
air conditions include at least one quantity selected from a
group including temperature, pressure and humidity.

11. A method according to claim 8 wherein one of the
operating conditions is a flight plan.

12. A method according to claim 11 wherein the flight
plan is entered manually.

13. A method according to claim 1 wherein the predicted
quantity of the contaminant at the end of the time period is
compared to a predetermined quantity.

14. A method according to claim 13 wherein the prede-
termined quantity is an action level.

15. A method according to claim 1 wherein the quantity
of the contaminant in the fuel tank is measured at the end of
the time period.

16. A method according to claim 15 wherein the measured
quantity of the contaminant is compare to the predicted
quantity of the contaminant at the end of the time period.

17. Apparatus for generating a predicted quantity of a
contaminant in a fuel tank at the end of a time period, the
apparatus comprising a computer configured to:

determine a quantity of the contaminant in the fuel tank at

the start of the time period;

determine at least one operating condition of the fuel tank

during the time period which affects the quantity of the
contaminant in a known manner;

generate a predicted quantity of the contaminant accumu-

lated in the fuel tank during the time period using
information relating to the at least one operating con-
dition of the fuel tank; and

calculate, based upon the quantity of the contaminant at

the start of the time period and the predicted quantity of
the contaminant accumulated during the time period, a
predicted quantity of the contaminant at a future point
of time at the end of a time period.

18. Apparatus according to claim 17 further comprising a
transmitter for communicating the predicted quantity of the
contaminant in the fuel tank at the end of the time period to
an external receiver.

19. Apparatus according to claim 17 further comprising a
sensor for measuring the quantity of the contaminant in the
fuel tank at the start of the time period.

20. An aircraft comprising a fuel tank and apparatus for
generating a predicted quantity of a contaminant in a fuel
tank at the end of a time period, the apparatus comprising a
computer configured to:

determine a quantity of the contaminant in the fuel tank at

the start of the time period;

determine at least one operating condition of the fuel tank

during the time period that affects the quantity of the
contaminant in a known manner;

generate a predicted quantity of the contaminant accumu-

lated in the fuel tank during the time period using
information relating to the at least one operating con-
dition of the fuel tank; and

calculate, based upon the quantity of the contaminant at

the start of the time period and the predicted quantity of
the contaminant accumulated during the time period, a
predicted quantity of the contaminant at a future point
of time at the end of a time period.
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